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Response to Comments of Mark Pisano, Executive Director, Southern California Association of Governments (SCAG), 
August 30, 2004 (Letter AL065) 

AL065-1 
The proposed Maglev system and its relation to the proposed 
statewide HST system is addressed in Section 2.3.3, “Related 
Projects” of the Final Program EIR/EIS.  As the federal lead agency 
for this Program EIR/EIS, the FRA will continue to provide 
coordination regarding studies of high-speed rail and Maglev 
proposals in California.  In addition, the Authority will coordinate 
with SCAG and other project sponsors during subsequent phases of 
project development and implementation particularly with regard to 
proposed stations and alignments affecting areas in proximity to 
proposed HST alignments and stations.  Please also see response 
AL061-1. 

AL065-2 
The Program EIR/EIS does not include a financing plan.  The 
document makes no assumption of how the system will be financed.  
However, the Program EIR/EIS incorporates by reference the 
Authority’s Final Business Plan which considers financing options and 
identifies the need for public funding to implement the HST system.   
Should the HST proposal move forward, financing plans and issues 
related to financing will be addressed through future project specific 
studies. 

AL065-3 
The second paragraph of Section 1.1 on Page 1-1 summarizes the 
findings presented in the Authority’s Business Plan (2000). It states 
that a 700-mile (1,127 km) HST system serving the major 
metropolitan areas of California, as defined in the Business Plan, 
“would have revenues in excess of operations and maintenance 
costs”.  This finding is based on the low-end ridership forecast of 42 
million annual passengers generating projected annual revenue of 
$888 million (2000 dollars), and the total operations and 
maintenance costs (estimated at $550 annually in 2000 dollars).   

Chapter 4 describes annual costs of operating and maintaining HST 
infrastructure of $152 million in 2003 dollars, not per mile.  Total 
annual operations and maintenance costs were estimated at $703 
million (in 2004 dollars) in the Draft Program EIR/EIS (Section 4.3.2-
F) for a system of alignment options most closely resembling the 
Business Plan System.  Section 4.3.2-F describes cost assumptions 
and covers operation and maintenance of infrastructure (Right-of-
way, track, and stations) and train operations, equipment 
maintenance, marketing and reservations, and propulsion power 
(electricity).  The increase in cost from year 2000 reflects inflation, 
and higher costs from operating longer trains and serving more 
passengers based on the “high-end” ridership forecasts used for this 
program EIR/EIS (please note, the revenue would also be 
substantially higher as well).  The HST system is projected to have 
revenues in excess of total operations and maintenance costs 
because revenues would also increase with inflation.  Text for 
section 4.3.2-F has been revised to say: “For comparison with the 
infrastructure O&M costs for the Modal Alternative, estimates for 
HST infrastructure O&M costs are summarized in Table 4.3-2.  HST 
O&M costs for train operations, maintenance of the fleet of train 
sets, propulsion fuel (electricity), marketing, and reservations are 
separately summarized in Table 4.3-3.”  Please also see standard 
response 2.1.1 and standard response 2.1.2. 

AL065-4  
See response to Comment AL065-1. 

AL065-5  
Acknowledged.  Please see standard response 6.23.1. 

AL065-6  
The Authority has undertaken extensive statewide coordination since 
being formed in 1998.  SCAG is responsible for considering and 



California High-Speed Train Final Program EIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page  4-258

 

coordinating conceptual long-range transportation improvements in 
Southern California, including the state’s plans for a HST system.  
The Authority anticipates extensive inter-governmental collaboration, 
including SCAG, during project level engineering and environmental 
studies.   These project level studies would address air quality 
conformity issues.  See Chapter 6B of the Final Program EIR/EIS 
regarding transit oriented development around HST stations.  Please 
also see standard response 2.1.12. 

AL065-7  
Planning for the proposed HST system began over 10 years ago and 
SCAG was familiar with the HST system concept prior to preparation 
of the 2004 RTP.  SCAG exercises discretion as to the appropriate 
inclusion of future projects, taking into account the progress of 
project development.  The Authority suggests inclusion of the HST 
system in subsequent RTP’s.     The Authority recommends that 
SCAG include the preferred HST system, as identified in the Final 
Program EIR/EIS, in the next update of the RTP and associated 
modeling and analyses.  The Authority can provide SCAG with 
necessary information regarding the HST system.   

AL065-8 
The co-lead agencies thank the commenter for mentioning the 
availability of new population and employment forecasts in the SCAG 
region.  The Draft EIR/EIS was initiated and completed using SCAG’s 
forecasts that were adopted and in-place at that time.  The Final 
Program EIR/EIS will include earlier adopted forecasts, and the 
updated and future forecasts will be included in the project-level 
analyses.   

AL065-9  
The Authority has identified the inland route through the Inland 
Empire for HST service to San Diego.  See Chapter 2 (Alternatives) 
of the Final Program EIR/EIS (Section 2.6.9).  The LOSSAN 
Conventional Rail Improvements have been removed from this Final 
Program EIR/EIS and are the subject of the Caltrans LOSSAN Rail 

Improvements Program EIR/EIS (Draft PEIR/EIS SCH # 
2002031067).  Please see standard response 6.41.1.   

AL065-10  
Consideration was given to improving the conventional passenger 
rail system to accommodate all or part of the representative demand 
in the same geographic markets as the proposed HST Alternative.  
Improvements to conventional intercity rail were not given further 
consideration as a separate feasible alternative because, in order to 
meet the purpose and need, conventional rail improvements would 
be virtually the same as the HST Alternative.  Nor were conventional 
rail improvements beyond No Project considered reasonable as part 
of the Modal Alternative because they would not meaningfully add to 
the ability of the Modal Alternative to meet the purpose and need. 
See Section 2.5.1-C of the Program EIR/EIS. 

AL065-11 
Section 3.2 Travel Conditions in the Program EIR/EIS includes an 
evaluation of performance characteristics related to each system 
alternative including travel time, reliability, safety, connectivity, 
sustainable capacity, and passenger cost.  In conjunction with other 
information presented in the Program EIR/EIS regarding potential 
environmental impacts, costs, and economic growth, the Program 
EIR/EIS presents a comprehensive comparison of alternatives 
meeting both CEQA and NEPA requirements. 

AL065-12 
The impacts on and provision of public services such as emergency 
personnel would be addressed in subsequent project level 
environmental review, when more specific information is developed 
regarding facility placement and layout, as well as operating plans 
and policies. 

AL065-13  
Please see response to Comment AL065-8.  The Authority will 
consider the updated and future forecasts for inclusion in 
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subsequent project-level analyses, should a decision be made to 
move forward with the system.   

AL065-14  
Specific mitigations for traffic impacts along shared use corridors 
would be addressed in subsequent project level environmental 
review.  A general estimate of mitigation costs is included in the 
capital cost estimates.  See Appendices 4-B and 4-C. 

AL065-15  
The Lead Agencies respectfully disagree with this comment. 

AL065-16  
Acknowledged. 

AL065-17  
The ambient noise levels are assessed according to land use 
typologies as specified in High speed ground transportation noise 
and vibration impact assessment. U.S. Department of 
Transportation, Federal Railroad Administration.  1998.  See Section 
3.4.1-B of the Program EIR/EIS. 

Potential station and construction related noise impacts would be 
addressed in subsequent project level environmental review. 

AL065-18  
Mitigation strategies and design practices are included in each 
section of Chapter 3 of the Final Program EIR/EIS to be applied at 
the project level to address potentially significant impacts.  
Potentially significant impacts and specific mitigation measures for 
particular locations, as well as any impacts remaining after including 
feasible mitigation would be addressed in subsequent project level 
environmental review.   

AL065-19 
The co-lead agencies thank the commenter for mentioning the 
availability of new population and employment forecasts in the SCAG 
region.  The Program EIR/EIS was initiated using baseline data from 
the Department of Finance, Department of Transportation, Woods 
and Poole, and REMI.  Baseline data were developed using a 
consistent forecasting methodology across all counties in the study 
area, including counties inside and outside of the SCAG region.  
Substitution of SCAG’s forecasts at this point would not be 
appropriate because they are not necessarily consistent with the 
common statewide forecasting methodology used for this document.  
The Final Program EIR/EIS will use the originally adopted forecasts; 
and the updated forecasts and future forecasts will be considered for 
inclusion in the project-level analyses.  

Localized construction-related impacts will be considered during the 
project level analysis after locations are identified and more detailed 
design and construction staging information are available. 

Please see standard response 5.2.3 for information related to 
housing and land use.  The timeframe (year 2035) considered in the 
growth inducement and indirect impact analysis is well beyond the 
general planning horizon of typical  General Plans, does not permit 
useful projections, and  it is not possible to make non-speculative, 
specific conclusions about potential impacts related to housing and 
land use.  To the extent that information was available, a 
generalized analysis of land use and community compatibility was 
presented in Section 5.4.6. 

AL065-20  
The potential movement of cargo/freight is addressed in Section 
2.6.3 of the Program EIR/EIS.  A scenario for provision of 
commercial goods movement services was not developed as part of 
the Program EIR/EIS as this is not a primary purpose of and is not 
included in the proposed HST system as described in Chapter 1: 
Purpose and Need.  Please see standard responses 2.7.1 and 2.7.3 
and response to Comment O016-8A. 
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AL065-21 
The Authority and FRA disagree with the conclusions of your 
“cursory analysis”.  Annual O&M costs reflect the type of the 
infrastructure being maintained, not the capacity of that 
infrastructure.  As stated on page 2-15 of the Draft Program 
EIR/EIS, “the representative intercity 2020 travel demand, rather 
than the HST capacity, is used as the basis for defining the 
hypothetical modal improvements because it is consistent with the 
project purpose and need.  Because the HST Alternative has such a 
high capacity potential, using the HST capacity as the basis to define 
modal alternatives would overstate the amount of improvement 
needed for 2020 and the foreseeable future.  While the HST system 
would have the capacity to carry many more passengers than those 
accounted for in the representative demand (e.g., the Tokaido Line 
in Japan carries more than 130 million passengers per year), the 
system alternatives are based on the 2020 forecast because it 
provides a reasonable estimate of the number of passengers that 
might be expected to be carried on the high-speed rail infrastructure 
in the foreseeable future.  Developing a modal alternative the 
provided a maximum level of capacity similar to the HST system 
would result in extensive infrastructure improvements that would be 
considered unreasonable.”  Please also see Section 3.2.3 of the 
Program EIR/EIS under “Sustainable Capacity”.  The Authority’s 
analysis concluded that the HST Alternative would have nearly twice 
the amount of total capacity than the Modal Alternative that was 
evaluated. 

AL065-22 
The assumptions for the “High End” forecasts are documented in the 
Authority’s June 2000 Business Plan, and CRA’s January 2000 report 
which are referenced in the Draft Program EIR/EIS.  The “High End” 
forecasts were developed to test certain assumptions, including air 
transportation prices that are substantially higher than current fares 
and resulted in a high percentage of diversion of air passengers.  
The “Investment Grade” forecasts represent a lower level of total 
demand and less diversion of air passengers. 

AL065-23 
Acknowledged. 

AL065-24 
See Standard Response 6.42.1. 

AL065-25 
Locations for power stations and potential impacts of HST energy 
consumption specific to southern California or any other region 
would be addressed in subsequent project level environmental 
analysis.  See also response to Comment AL032-6. 

AL065-26 
Vehicle-hours of delay, vehicle-hours of travel, vehicle-miles of 
travel, and costs of commerce and business transactions are directly 
incorporated in the growth inducement analysis.  For example, 
reduction in cost of commerce and business transactions was directly 
estimated through a statewide travel demand model, and then 
directly considered in the industry-specific policy variables within the 
economic modeling process.  Please see Appendices A through D 
and F of the technical report on economic growth effects2 for more 
detail on how these variables were calculated and considered in the 
analysis.  Air quality is fully addressed in Section 5.4.2 of Program 
EIR/EIS. 

Construction impacts are short-term, temporary impact issues that 
do not create lasting economic impacts.  The 2035 timeframe for the 
growth inducement analysis is well beyond the projected completion 
of construction, and any of these short-term impacts would have 
already been worked out of economy.  Localized short-term impacts 

                                                 
2 Economic Growth Effects of the System Alternatives for the Program 
Environmental Impact Report/Environmental Impact Statement – Final 
Report; Cambridge Systematics, Inc.; July 2003.  This report is available 
from the High-Speed Rail Authority, and has been posted on the HSRA 
website since March 29, 2004. 
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related to construction will be considered during the project level 
analysis after specific locations for activities are identified and more 
detailed design and construction staging information are available. 

AL065-27 
(a) Acknowledged. 

(b) The Program EIR/EIS identifies two corridors where HST services 
are proposed to share tracks with other passenger rail services: 
Caltrain Corridor from San Jose to San Francisco and the LOSSAN 
Corridor from Los Angeles to Orange County (Irvine).  The LOSSAN 
concept is further addressed in Chapter 2.  These assumptions are 
clearly defined in Sections 2.6.9-A through 2.6.9-E for each 
alignment option carried forward.  Other segments of the HST 
system have been identified as having dedicated tracks, including 
estimates of the related construction costs.  While HST services are 
proposed to share tracks on some limited segments, minimal impacts 
to freight services are anticipated.  The shared track concept is 
based on segregation of passenger and freight services along with 
full grade separation, which would have a positive effect on the 
operation of freight services.  The subsequent preliminary 
engineering and project level environmental review will provide 
further opportunities to coordinate with local freight owner/operators 
to avoid and minimize the potential effects freight services, as more 
specificity is defined for proposed alignments and facilities.  

 (c) Acknowledged. 

AL065-28 
Specific impacts to other transit and rail services in shared use 
corridors will be addressed in subsequent project level environmental 
review.  Should the HST program move forward, preliminary 
engineering design will be required as part of future project specific 
analysis, including physical and operational options for coordination 
and connection with other transportation services.  Should the HST 
proposal move forward, the Authority will continue to work with 
transit and rail owner/operators and other stakeholders to address 
issues surrounding all aspects of system interface with existing 

services as well as the complex issues associated with shared 
track/corridor operation with other passenger rail services. 

AL065-29 
Acknowledged.  See standard response 3.19.1.  Specific traffic and 
other impacts related to tunneling in heavily urbanized areas would 
be addressed on a case-by-case basis in subsequent project level 
environmental review.  The Authority has identified a preferred 
alignment which greatly minimizes tunneling in Southern California.  
Between Bakersfield and Sylmar, the Antelope Valley alignment was 
selected as the preferred HST alignment (please see standard 
response 6.23.1), between Sylmar and Los Angeles, the 
MTA/Metrolink alignment was identified3, between Los Angeles and 
Irvine, the LOSSAN alignment was identified and between Los 
Angeles and Riverside, the UP Riverside/UP Colton was identified – 
each of these options minimize tunneling.  Moreover, the Authority’s 
preferred alignment does not include a direct link to LAX and does 
not extend further south than Irvine along the LOSSAN corridor.  
Both of these alignments would have required considerable amounts 
of tunneling. 

                                                 
3 Between Burbank and Los Angeles Union Station, the MTA/Metrolink 
alignment refers to a relatively wide corridor within which alignment 
variations will be studied at the project level. 
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